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1
VEHICULAR DRIVING SUPPORT SYSTEM

CROSS-REFERENCE TO RELATED
APPLICATIONS

This is a national phase application based on the PCT
International Patent Application No. PCT/JP2011/071888
filed on Sep. 26, 2011, the entire contents of which are incor-
porated herein by reference.

TECHNICAL FIELD

The invention relates to an art of providing driving support
for avoiding a solid body that exists on a path of ahost vehicle.

BACKGROUND ART

There has been proposed an art of providing driving sup-
port by warning a driver or activating a braking device when
a solid body that exists on a path of a host vehicle is detected
and a time required for the host vehicle to reach the solid body
or a relative distance between the host vehicle and the solid
body becomes equal to or shorter than a threshold (e.g., see
Patent Document 1).

RELATED ART DOCUMENT
Patent Document

Patent Document 1: Japanese Patent Application Publica-
tion No. 07-149193 (JP-07-149193 A)

SUMMARY OF THE INVENTION
Problem to be Solved by the Invention

By the way, in the aforementioned conventional art, driving
support may be provided against the intention of the driver.
Therefore, there is a room for improvement in a method of
determining whether to provide driving support or not.

The invention has been made in view of the aforemen-
tioned various circumstances. It is an object of the invention
to provide an art that makes it possible to provide driving
support suited for the feeling of a driver in a system that
supports the avoidance of a collision of a vehicle.

Means for Solving the Problem

In order to solve the aforementioned problem, according to
the invention, in a system that supports the avoidance of a
collision of a vehicle, a range of a route on which a host
vehicle is to travel in the future in a range of a driving opera-
tion to be normally performed by a driver is specified, and
driving support is provided on the condition that there be no
route that allows a solid body to be avoided within the range.

More specifically, a vehicular driving support system
according to the invention includes recognition means for
recognizing a solid body that exists around a host vehicle,
acquisition means for acquiring a current movement amount
of the host vehicle, and support means for providing support
for avoiding a collision with the solid body on a condition that
there be no avoidance line as a route that allows a collision
with the solid body recognized by the recognition means to be
avoided in a traveling range as a range of a route on which the
host vehicle is to travel, if a change in a movement amount
that is produced within a driving operation to be normally
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2

performed by a driver is increased or reduced from the move-
ment amount acquired by the acquisition means.

According to the invention, the range (the traveling range)
of the route on which the host vehicle is to travel in the future
is obtained on the basis of the change (hereinafter referred to
as “a normal change”) in the movement amount of the host
vehicle that is increased or reduced through the driving opera-
tion to be normally performed by the driver and the current
movement amount of the host vehicle. This traveling range
includes a route that is followed by the host vehicle if it is
assumed that the driver performs a normal driving operation
(if it is assumed that the movement amount of the host vehicle
changes through the performance of the normal driving
operation by the driver) in addition to a route that is followed
by the host vehicle if it is assumed that the driving operation
state of the driver remains unchanged (if it is assumed that the
movement amount of the vehicle remains unchanged). Inci-
dentally, “the normal driving operation” mentioned herein
includes a steering operation (steering) in addition to a brak-
ing operation.

In the case where there is an avoidance line within the
traveling range, the driver performs the normal driving opera-
tion, thereby making it possible to avoid a collision of the host
vehicle with the solid body. Thus, if driving support is pro-
vided regardless of the driver’s intention of performing a
driving operation as usual in the future, the driver may feel
troubled.

In contrast, the driving support system according to the
invention does not provide driving support if there is an
avoidance line within the traveling range, namely, if a colli-
sion of the host vehicle with the solid body can be avoided
through the performance of the normal driving operation by
the driver. As a result, it is possible to avoid a situation where
driving support is provided regardless of the driver’s intention
of performing the normal driving operation.

Incidentally, in the case where driving support is not pro-
vided by the support means, the driver may not perform the
driving operation as usual. For example, if the consciousness
level of the driver is low or the driver looks off, the driver may
not perform the normal driving operation. However, in the
case where the driver does not perform the normal driving
operation, the number of alternatives for the avoidance line
decreases as the vehicle approaches the solid body. Then, as
soon as there ceases to be an avoidance line within the trav-
eling range, driving support is provided. As a result, even in
the case where the driver does not perform the normal driving
operation, a collision of the host vehicle with the solid body
can be avoided.

It should be noted herein that the aforementioned normal
change may be obtained in advance through an adaptation
processing that utilizes an experiment or the like, or may be
learned on the basis of a driving operation history of the
driver. In this case, the normal change may be a fixed value, or
may be a variable value that is increased/reduced in accor-
dance with the traveling speed of the host vehicle. In the case
where the normal change is increased/reduced in accordance
with the traveling speed, the normal change may be made
larger when the vehicle speed is low than when the vehicle
speed is high. This is because the range of the driving opera-
tion that can normally be performed by the driver is more
likely to be enlarged and thus the normal change is also larger
when the vehicle speed is low than when the vehicle speed is
high.

As “the movement amount” of the host vehicle in the
invention, it is possible to use a yaw rate that acts on the host
vehicle, an acceleration (a longitudinal acceleration) that acts
in the longitudinal direction of the vehicle, an acceleration (a
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lateral acceleration) that acts in the lateral direction of the
vehicle, a G (a longitudinal G) that acts in the longitudinal
direction of the vehicle, a G (a lateral G) that acts in the lateral
direction of the vehicle, a cornering force, or the like.

Incidentally, the parameter that is used as “the movement
amount” of the host vehicle in the invention is desired to be a
parameter that makes the foregoing traveling range narrower
when the traveling speed of the host vehicle is high than when
the traveling speed of the host vehicle is low, as is the case
with the lateral acceleration and the lateral G. If this param-
eter is used as the movement amount, the traveling range is
narrower when the vehicle speed is high than when the
vehicle speed is low. As a result, the timing at which there
ceases to be an avoidance line within the traveling range (in
other words, the timing at which driving support is provided)
is earlier when the vehicle speed is high than when the vehicle
speed is low. In consequence, a collision of the host vehicle
with the solid body can be avoided even in the case where the
traveling speed of the host vehicle is high.

Next, in the vehicular driving support system according to
the invention, if there is no avoidance line within the traveling
range, the support means may perform driving support imme-
diately or as soon as the length of the longest one of the routes
included in the traveling range becomes equal to or shorter
than a threshold.

In the case where there is no avoidance line within the
traveling range, if driving support is immediately provided, a
collision is more likely to be avoided. However, a certain
driver starts a driving operation at a relatively late timing in
some cases. Therefore, if driving support is immediately pro-
vided when there is no avoidance line within the traveling
range, the driver may feel troubled. In contrast, if driving
support is provided as soon as the length of the longest one of
the routes included in the traveling range becomes equal to or
shorter than the threshold, it is possible to provide driving
support without making the driver feel troubled as described
above. Incidentally, “the threshold” mentioned herein is a
value thatis obtained by adding a margin to the shortest length
that allows a collision of the host vehicle with the solid body
to be avoided by providing driving support.

Driving support according to the invention is a processing
of outputting at least one of a warning sound, a warning lamp
and a message to a speaker or a display, a processing of
automatically performing a steering operation (steering) and/
or a braking operation, or the like. Incidentally, the foregoing
threshold can be made smaller in the case where driving
support is provided with the steering operation and the brak-
ing operation combined with each other than in the case
where driving support is provided through only one of the
steering operation and the braking operation. Therefore, a
collision of the host vehicle with the solid body can be
avoided while making the timing at which driving support is
provided as late as possible.

Effect of the Invention

The invention makes it possible to provide support suited
for the feeling of a driver in a system that supports the avoid-
ance of a collision of a vehicle.

BRIEF DESCRIPTION OF THE DRAWINGS

FIG. 1 is a view showing the configuration of a vehicular
driving support system according to the invention.

FIG. 2 is a view showing a method of obtaining a traveling
range.
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FIG. 3 is a view showing another method of obtaining the
traveling range.

FIG. 4 is a view showing an example in which there is an
avoidance line within the traveling range.

FIG. 5 is a view showing an example in which there is no
avoidance line within the traveling range.

FIG. 6 is a flowchart showing a procedure of providing
driving support.

FIG. 7 is a view showing a correlation between a vehicle
speed and the traveling range.

FIG. 8 is a view showing a relationship between a normal
change and the vehicle speed.

MODES FOR CARRYING OUT THE INVENTION

Concrete embodiments of the invention will be described
hereinafter on the basis of the drawings. In this case, an
example in which the invention is applied to a system that
makes determinations on a traveling road of ahost vehicle and
an obstacle and provides support for avoiding a deviation
from the traveling road on which the determination is made or
a collision with the obstacle will be described. Incidentally,
the “support” mentioned herein is a processing that is per-
formed at a timing when the host vehicle can avoid a solid
body as the obstacle. This processing is performed earlier
than a collision damage mitigation processing that is per-
formed if a collision of the vehicle with the obstacle is
unavoidable. Besides, the configuration that will be described
in each of the following embodiments of the invention indi-
cates a mode of carrying out the invention, and does not limit
the configuration of the invention.

First Embodiment

First of all, the first embodiment of the invention will be
described on the basis of FIGS. 1 to 6. FIG. 1 is a block
diagram functionally showing the configuration of a vehicu-
lar driving support system to which the invention is applied.
As shown in FIG. 1, a vehicle is mounted with a control unit
(an ECU) 1 for driving support.

The ECU 1 is an electronic control unit that is equipped
witha CPU,aROM, aRAM, abackup RAM, an /O interface,
and the like. Various sensors such as an outside world recog-
nition device 2, a yaw rate sensor 3, wheel speed sensors 4, an
acceleration sensor 5, a brake sensor 6, an accelerator sensor
7, a steering angle sensor 8, a steering torque sensor 9 and the
like are electrically connected to the ECU 1. Output signals of
those sensors are input to the ECU 1.

The outside world recognition device 2 includes at least
one of alaser imaging detection and ranging unit (an LIDAR),
a laser range finder (an LRF), a millimeter-wave radar, a
stereo camera and the like, and detects information on a
position of a host vehicle relative to a solid body that exists
around the vehicle (e.g., a relative distance and a relative
angle).

The yaw rate sensor 3 is fitted to, for example, a vehicle
body of the host vehicle, and outputs an electric signal that is
correlated with a yaw rate that acts on the host vehicle. The
wheel speed sensors 4 are sensors that are fitted to wheels of
the host vehicle respectively and output electric signals that
are correlated with a traveling speed (a vehicle speed) of the
vehicle respectively. The acceleration sensor 5 outputs an
electric signal that is correlated with an acceleration (a lon-
gitudinal acceleration) that acts in a longitudinal direction of
the host vehicle and an acceleration (a lateral acceleration)
that acts in a lateral direction of the host vehicle.
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The brake sensor 6 is fitted to, for example, a brake pedal in
a vehicle interior, and outputs an electric signal that is corre-
lated with an operation torque (a depression force) of the
brake pedal. The accelerator sensor 7 is fitted to, for example,
an accelerator pedal in the vehicle interior, and outputs an
electric signal that is correlated with an operation torque (a
depression force) of the accelerator pedal. The steering angle
sensor 8 is fitted to, for example, a steering rod that is con-
nected to a steering wheel in the vehicle interior, and outputs
an electric signal that is correlated with a rotational angle (a
steering angle) from a neutral position of the steering wheel.
The steering torque sensor 9 is attached to a steering rod, and
outputs an electric signal that is correlated with a torque (a
steering torque) that is input to the steering wheel.

Besides, various instruments such as a buzzer 10, a display
device 11, an electric power steering (an EPS) 12, an elec-
tronically controlled brake (an ECB) 13 and the like are
connected to the ECU 1. Those various instruments are elec-
trically controlled by the ECU 1.

The buzzer 10 is a device that is fitted in, for example, the
vehicle interior and outputs a warning sound or the like. The
display device 11 is a device that is fitted in, for example, the
vehicle interior and displays various messages and a warning
lamp. The electric power steering (the EPS) 12 is a device that
assists a steering torque of the steering wheel with the aid of
a torque that is generated by an electric motor. The electroni-
cally controlled brake (the ECB) 13 is a device that electri-
cally adjusts a pressure of hydraulic oil (a brake hydraulic
pressure) in a frictional brake that is provided in each of the
wheels.

In order to control the various instruments with the aid of
output signals of the aforementioned various sensors, the
ECU 1 has the following functions. That is, the ECU 1 is
equipped with a traveling road recognition unit 100, a travel-
ing range estimation unit 101, a support determination unit
102, a warning determination unit 103, a control determina-
tion unit 104, and a controlled variable calculation unit 105.

The traveling road recognition unit 100 generates informa-
tion on a road (a traveling road) on which the host vehicle is
to travel, on the basis of information output from the outside
world recognition device 2. For example, the traveling road
recognition unit 100 generates information on positions of
indices indicating solid bodies that can be obstacles for the
host vehicle and lane borders (e.g., road indications such as
white lines, yellow lines and the like, which indicate lane
borders, curbstones that extend beside the lanes, guardrails,
grooves, walls, solid bodies such as poles and the like, etc.)
and the posture of the host vehicle with respect to those solid
bodies and the lane borders (a distance, a yaw angle, and the
like), in a coordinate system having an origin at which the
host vehicle is located. Incidentally, the traveling road recog-
nition unit 100 is equivalent to the recognition means accord-
ing to the invention.

The traveling range estimation unit 101 specifies a route
that is estimated to be followed by the host vehicle from now
in the coordinate system that is generated by the traveling
road recognition unit 100. In this case, the traveling range
estimation unit 101 specifies a range (a traveling range) of a
route on which the host vehicle is to travel in the future in a
range of a driving operation to be normally performed by a
driver.

Specifically, as shown in FIG. 2, the traveling range esti-
mation unit 101 acquires a current lateral acceleration Gy0 of
a host vehicle A from an output signal of the acceleration
sensor 5, and specifies a route a that is estimated to be fol-
lowed by the host vehicle A in the case where the host vehicle
A travels while maintaining the current lateral acceleration
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Gy0. Subsequently, the traveling range estimation unit 101
specifies aroute bl that is estimated to be followed by the host
vehicle A in the case where a normal change AGy is added to
the current lateral acceleration Gy0 of the host vehicle A, and
specifies aroute b2 that is estimated to be followed by the host
vehicle A in the case where the normal change AGy is sub-
tracted from the current lateral acceleration Gy0 of the host
vehicle A. In this case, the traveling range estimation unit 101
may calculate a turning radius R of the host vehicle A from a
value obtained by adding the normal change AGy to the
current lateral acceleration Gy0 or a value obtained by sub-
tracting the normal change AGy from the current lateral
acceleration Gy0, and specity the routes b1 and b2 on the
basis of the calculated turning radius R. Incidentally, the
turning radius R can be obtained by dividing a vehicle speed
V by a yaw rate y (R=V/y), and the yaw rate y can be obtained
by dividing the lateral acceleration Gy by the vehicle speed V
(y=Gy/V). Subsequently, the traveling range estimation unit
101 specifies a route b0 in the case where the steering angle or
the lateral acceleration is changed stepwise by a certain
amount, in a range (a traveling range) from the foregoing
route b1 to the foregoing route b2.

It should be noted herein that the normal change AGy is an
amount equivalent to a maximum amount of change in the
lateral acceleration within a range of a driving operation that
can normally be performed by the driver, and is an amount
that is experimentally obtained in advance. Incidentally, if the
host vehicle A is already in a turning state at the moment
(BGy01>0), an absolute value (IGy0+AGy!) of the value that
is obtained by adding the normal change AGy to the current
lateral acceleration Gy0 or subtracting the normal change
AGy from the current lateral acceleration Gy0 may become
larger than a maximum lateral acceleration (e.g., 0.2 G 10 0.3
(3) that can be generated through the normal driving operation
by the driver. In consequence, the magnitude of the normal
change AGy may be limited such that the absolute value of the
value thatis obtained by adding the normal change AGy to the
current lateral acceleration Gy0 or subtracting the normal
change AGy from the current lateral acceleration Gy0
becomes equal to or smaller than the maximum lateral accel-
eration.

Besides, in specifying the traveling range, the traveling
range estimation unit 101 may set, as the routes bl and b2,
routes that are estimated to be followed by the host vehicle in
the case where the host vehicle travels at the maximum lateral
acceleration. For example, as shown in FIG. 3, the traveling
range estimation unit 101 may set, as the route b1, a route that
is estimated to be followed by the host vehicle in the case
where the host vehicle travels while making a right turn at the
maximum lateral acceleration, and set, as the route b2, a route
that is followed by the host vehicle in the case where the host
vehicle travels while making a left turn at the maximum
lateral acceleration.

Subsequently, the support determination unit 102 deter-
mines whether to provide driving support or not, on the basis
of'the information generated by the traveling road recognition
unit 100 and the traveling range estimated by the traveling
range estimation unit 101. Specifically, as shown in FIG. 4, if
there is a route (an avoidance line) E that allows a solid body
B to be avoided within the traveling range, the support deter-
mination unit 102 prohibits driving support from being pro-
vided. On the other hand, as shown in FIG. 5, if there is no
avoidance line, the support determination unit 102 permits
driving support to be provided.

If the support determination unit 102 permits driving sup-
portto be provided, the warning determination unit 103 warns
the driver by ringing the buzzer 10, displaying a warning
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message or a warning lamp by the display device 11, etc. For
example, if the support determination unit 102 permits driv-
ing support to be provided (if there ceases to be an avoidance
line in the traveling range), the warning determination unit
103 may immediately ring the buzzer 10 or cause the display
device 11 to display the warning message or the warning
lamp.

Besides, as soon as the distance between the host vehicle
and the solid body becomes equal to or shorter than a prede-
termined distance as to a route on which the distance between
the host vehicle and the solid body is longest among routes
included in the traveling range, the warning determination
unit 103 may ring the buzzer 10, or cause the display device
11 to display the warning message or the warning lamp.
Furthermore, the warning determination unit 103 may calcu-
late a time required for the host vehicle A to reach the solid
body B as to the route on which the distance between the host
vehicle and the solid body is longest, and ring the buzzer 10 or
cause the display device 11 to display the warning message or
the warning lamp as soon as the calculation result becomes
equal to or shorter than a predetermined time. In this manner,
if a timing at which the buzzer 10 is rung, or a timing at which
the warning message or the warning lamp is displayed by the
display device 11 is determined with respect to the route on
which the distance between the host, vehicle and the solid
body is longest, those timings can be made as late as possible.
As a result, driving support can be provided without making
the driver feel troubled.

It should be noted herein that the foregoing predetermined
distance or the foregoing predetermined time may be changed
in accordance with an output signal of the yaw rate sensor 3 or
output signals of the wheel speed sensors 6. For example, the
predetermined distance or the predetermined time may be set
longer when the vehicle speed is high than when the vehicle
speed is low. Besides, the predetermined distance or the pre-
determined time may be set longer when the yaw rate is large
than when the yaw rate is small.

Incidentally, it is also appropriate to set the lengths of the
respective routes included in the traveling range to the prede-
termined distance, and ring the buzzer 10 or cause the display
device 11 to display the warning message or the warning lamp
as soon as all the routes within the traveling range interfere
with the solid body. Besides, the method of warning the driver
is not limited to the method of ringing the buzzer 10 or the
method of causing the display device 11 to display the warn-
ing message or the warning lamp. For example, a method of
intermittently changing the fastening torque of a seat belt may
be adopted.

If the support determination unit 102 permits the driving
support processing to be performed, the control determina-
tion unit 104 determines timings at which the electric power
steering (the EPS) 12 and the electronically controlled brake
(the ECB) 13 are operated, in order to avoid a collision of the
host vehicle with the solid body.

Specifically, the control determination unit 104 may oper-
ate the electric power steering (the EPS) 12 and the electroni-
cally controlled brake (the ECB) 13 as soon as the distance
between the host vehicle and the solid body becomes equal to
or shorter than a predetermined distance as to the route on
which the distance between the host vehicle and the solid
body is longest, among the routes included in the traveling
range. Besides, the control determination unit 104 may cal-
culate a time required for the host vehicle to reach the solid
body as to the route on which the distance between the host
vehicle and the solid body is longest, among the routes
included in the traveling range, and operate the electric power
steering (the EPS) 12 and the electronically controlled brake
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(the ECB) 13 as soon as the calculation result becomes equal
to or shorter than a predetermined time.

In this manner, if the timings at which the electric power
steering (the EPS) 12 and the electronically controlled brake
(the ECB) 13 are operated are determined with respect to the
route on which the distance between the host vehicle and the
solid body is longest, it is possible to make those timings as
late as possible. As a result, driving support can be provided
without making the driver feel troubled.

Incidentally, it is also appropriate to set the lengths of the
respective routes included in the traveling range to the prede-
termined distance, and operate the electric power steering
(the EPS) 12 and the electronically controlled brake (the
ECB) 13 as soon as all the routes in the traveling range
interfere with the solid body.

The predetermined distance and predetermined time that
are used by the control determination unit 104 may be
changed in accordance with the vehicle speed and the yaw
rate, as is the case with the predetermined distance and pre-
determined time that are used by the warning determination
unit 103, but are set equal to or shorter than the predetermined
distance and predetermined time that are used by the warning
determination unit 103, respectively.

When the control determination unit 104 determines the
timings at which the electric power steering (the EPS) 12 and
the electronically controlled brake (the ECB) 13 are operated,
the controlled variable calculation unit 105 calculates con-
trolled variables of the electric power steering (the EPS) 12
and the electronically controlled brake (the ECB) 13, and
operates the electric power steering (the EPS) 12 and the
electronically controlled brake (the ECB) 13 in accordance
with the calculated controlled variables and the timings on
which the determinations are made by the control determina-
tion unit 104.

For example, the controlled variable calculation unit 105
calculates a target yaw rate needed to avoid a collision of the
host vehicle with the solid body. Subsequently, the controlled
variable calculation unit 105 determines a controlled variable
(a steering torque) of the electric power steering (the EPS) 12
and a controlled variable (a brake hydraulic pressure) of the
electronically controlled brake (the ECB) 13 such that an
actual yaw rate of the host vehicle (an output signal of the yaw
rate sensor 3) coincides with the target yaw rate. In this case,
a relationship between the target yaw rate and the steering
torque and a relationship between the target yaw rate and the
brake hydraulic pressure may be mapped in advance.

Incidentally, the method of decelerating the vehicle is not
limited to the method of operating the frictional brake by the
electronically controlled brake (the ECB) 13. A method of
converting (regenerating) kinetic energy of the vehicle into
electric energy, or a method of changing the speed ratio of a
transmission to cause an increase in engine brake may be
employed. Besides, the method of changing the yaw rate of
the vehicle is not limited to the method of changing the
steering angle by the electric power steering (the EPS) 12. A
method of applying different brake hydraulic pressures to the
right and left wheels of the host vehicle respectively may be
employed.

It should be noted herein that the foregoing traveling range
estimation unit 101, the foregoing support determination unit
102, the foregoing warning determination unit 103, the fore-
going control determination unit 104, and the foregoing con-
trolled variable calculation unit 105 are equivalent to the
support means according to the invention.

A procedure of providing driving support in this embodi-
ment of the invention will be described hereinafter with ref-
erence to FIG. 6. FIG. 6 is a processing routine that is repeat-
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edly executed by the ECU 1. This processing routine is stored
in advance in a ROM or the like of the ECU 1.

In the processing routine of FIG. 6, first of all in S101, the
ECU 1 generates information on a traveling road on which the
host vehicle is to travel in the future (traveling road informa-
tion), on the basis of an output signal of the outside world
recognition device 2. That is, the ECU 1 generates informa-
tion on position coordinates and sizes of a solid body that can
be an obstacle of the host vehicle and an index indicating a
lane border in a coordinate system having an origin where the
host vehicle is located, and generates information on the
posture of the host vehicle with respect to the solid body and
the lane border.

InS102, the ECU 1 determines, on the basis of the traveling
road information generated in the S101, whether or not there
is a solid body as an obstacle on a path of the host vehicle. The
“path” mentioned herein is a route that is estimated to be
followed by the host vehicle in the case where the host vehicle
travels while maintaining the current lateral acceleration
Gy0. If the result of the determination in S102 is negative, the
ECU 1 temporarily ends the execution of the present routine.
On the other hand, if the result of the determination in S102 is
positive, the ECU 1 proceeds to S103.

In S103, the ECU 1 reads the output signal (the lateral
acceleration of the host vehicle at the moment) Gy0 of the
acceleration sensor 5, and estimates a traveling range of the
host vehicle with respect to the read lateral acceleration Gy0.
That is, as stated in the description of the foregoing FIG. 2, the
ECU 1 specifies the routes bl and b2 by adding the normal
change AGy to the lateral acceleration Gy( at the moment and
subtracting the normal change AGy from the lateral accelera-
tion Gy0 at the moment. Subsequently, the ECU 1 specifies
the route b0 in the case where the steering angle or the lateral
acceleration is changed stepwise by a certain amount in the
range from the route b1 to the route b2.

In S104, the ECU 1 compares the position of the solid body
in the coordinate system generated in the S101 with the trav-
eling range estimated in the S103, and determines whether or
not there is an avoidance line that allows the solid body to be
avoided within the traveling range. In other words, the ECU 1
determines whether or not a collision of the host vehicle with
the solid body can be avoided through the performance of the
normal driving operation by the driver.

If'the result of the determination in the S104 is positive, the
ECU 1 ends the execution of the present routine without
providing driving support. On the other hand, if the result of
the determination in the S104 is negative, the ECU 1 proceeds
to S105.

In 8105, the ECU 1 provides driving support with the aid of
the buzzer 10 or the display device 11, or provides driving
support with the aid of the electric power steering (the EPS)
12 and/or the electronically controlled brake (the ECB) 13.

According to the embodiment of the invention described
above, if a collision of the host vehicle with the solid body can
be avoided through the performance of the normal driving
operation by the driver, driving support is not provided.
Therefore, driving support is stopped from being provided
despite the driver’s intention of performing the normal driv-
ing operation.

Incidentally, according to the driving support system of
this embodiment of the invention, even in the case where the
driver does not intend to perform the normal driving operation
(e.g., in the case where the consciousness level of the driver
has fallen, the case where the driver looks off, etc.), driving
support is not provided as long as there is an avoidance line
within the traveling range. However, if the host vehicle
approaches the solid body, there ceases to be an avoidance

10

15

20

25

30

35

40

45

50

55

60

65

10

line within the traveling range, and hence driving support is
provided before the host vehicle collides with the solid body.
In consequence, even in the case where the driver does not
perform the normal driving operation, a collision of the host
vehicle with the solid body can be avoided.

Besides, in this embodiment of the invention, the lateral
acceleration is used as a parameter indicating the movement
amount of the host vehicle. However, it is also possible to use
ayaw rate, a lateral G, a cornering force, or the like. However,
it is preferable to use a parameter that is correlated with the
yaw rate and the vehicle speed, such as the lateral acceleration
or the lateral G. The lateral acceleration and the lateral G
increase as the yaw rate increases, and increase as the vehicle
speed increases. In consequence, in the case where the lateral
acceleration or the lateral G is used as a parameter indicating
the movement amount of the host vehicle, the traveling range
that is estimated by the traveling range estimation unit 101 is
narrower when the vehicle speed is high ((a) in FIG. 7) than
when the vehicle speed is low ((b) in FIG. 7), as shown in F1G.
7. As a result, the timing at which there ceases to be an
avoidance line within the traveling range (the timing at which
driving support is provided) is earlier when the vehicle speed
is high than when the vehicle speed is low. In consequence,
even in the case where the traveling speed of the host vehicle
is high, a collision of the host vehicle with the solid body can
be more reliably avoided.

Second Embodiment

Next, the second embodiment of the invention will be
described on the basis of FIG. 8. In this case, configurational
details different from those of the foregoing first embodiment
of the invention will be described, and the description of
similar configurational details will be omitted.

The difference between the foregoing first embodiment of
the invention and this embodiment of the invention consists in
that the magnitude of the normal change AGy is changed in
accordance with the vehicle speed. In general, the magnitude
of the lateral acceleration that is permitted when the driver
performs a normal driving operation is larger in a low speed
range than in a high speed range.

Thus, as shown in FIG. 8, the normal change AGy may
increase as the vehicle speed decreases in a region where the
vehicle speed is lower than a specific vehicle speed V0, and
may be fixed to a constant value in a region where the vehicle
speed is equal to or higher than the specific vehicle speed V0.
It should be noted herein that the specific vehicle speed V0 is
a value that is statistically obtained in advance.

If the normal change AGy is thus changed in accordance
with the vehicle speed, the number of opportunities in which
driving support is provided against the intention of the driver
when the host vehicle travels at a low speed can be reduced,
and the timing at which driving support is provided can be
made as late as possible. Besides, it is also possible to avoid a
situation where the timing at which driving support is pro-
vided becomes late when the host vehicle travels at a high
speed.

DESCRIPTION OF REFERENCE NUMERALS

1 ECU

2 OUTSIDE WORLD RECOGNITION DEVICE
3 YAW RATE SENSOR

4 WHEEL SPEED SENSORS

5 ACCELERATION SENSOR

6 BRAKE SENSOR

7 ACCELERATOR SENSOR
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8 STEERING ANGLE SENSOR
9 STEERING TORQUE SENSOR
10 BUZZER
11 DISPLAY DEVICE
12 ELECTRIC POWER STEERING
13 ELECTRONICALLY CONTROLLED BRAKE
100 TRAVELING ROAD RECOGNITION UNIT
101 TRAVELING RANGE ESTIMATION UNIT
102 SUPPORT DETERMINATION UNIT
103 WARNING DETERMINATION UNIT
104 CONTROL DETERMINATION UNIT
105 CONTROLLED VARIABLE CALCULATION UNIT
The invention claimed is:
1. A vehicular driving support system comprising:
arecognition unit configured to recognize a solid body that
exists around a host vehicle;
an acquisition unit configured to acquire a current move-
ment amount of the host vehicle; and
a support unit configured to determine whether or not there
is an avoidance line, as a route that allows a collision
with the solid body recognized by the recognition unit to
be avoided, within a traveling range of a route on which
the host vehicle is to travel, and provide support for
avoiding a collision with the solid body when it is deter-
mined that there is no avoidance line within the traveling
range, wherein
the traveling range is a range from a first route to a second
route, and
the first route is specified by adding a movement amount
change that is produced within a range of a driving
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operation to be normally performed by a driver to the
movement amount acquired by the acquisition unit, and
the second route is specified by subtracting the move-
ment amount change from the movement amount
acquired by the acquisition unit.
2. The vehicular driving support system according to claim
1, wherein
the change is made larger when a traveling speed of the host
vehicle is low than when the traveling speed of the host
vehicle is high.
3. The vehicular driving support system according to claim
1, wherein
the movement amount is a parameter that makes the trav-
eling range narrower when a traveling speed of the host
vehicle is high than when the traveling speed of the host
vehicle is low.

4. The vehicular driving support system according to claim

3, wherein
the movement amount is a parameter that is correlated with
an acceleration in a lateral direction of the host vehicle.

5. The vehicular driving support system according to claim
1, wherein
the support unit is configured to provide support for avoid-
ing a collision with the solid body if a length of a longest
one of routes included in the traveling range becomes
equal to or shorter than a threshold in a case where there
is no avoidance line in the traveling range.
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